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CL Class 3300/3000 HP 


X Class 2200/2000 HP 


NJ Class 1650/1500 HP 


In 1951, Clyde delivered the first Australian-bui 
diesel-electric locomotive to the Commonwealt 
Railways. Twenty-six years and over eight hundre 
diesel locomotives later, Clyde can be proud of *4 
role it has played in the economic and Prscentes 
development of Australia. 

Today there are Clyde-GM-powered diesel-electri 
locomotives operating on the Railways of th 
Commonwealth, Victoria, Queensland, Wester 
Australia, New South Wales, New Zealand, Pakistai 
and Hong Kong. A brand new line of diesel-electri: 
locomotives—the “‘Dash-2” Series, ranging in siz 
from 1500 to 3000 h.p.—is helping to revolutionis: 
Australian railroad economics. 

All convincing evidence that Clyde-GM is th 
paceseiter for Australia. 


THE CLYDE ENGINEERING 


COMPANY PTY. LIMITED 
HOME OF THE DIESEL LOCOMOTIVE 
Clyde, N.S.W. Telephone 682-2111 


j 
A MEMBER OF THE CLYDE INDUSTRIES GROUP 
OF COMPANIES 4 CLYDEF 


in association with | 


1598 


Y Class 650/600 HP 


RISKED IRR ARS 
IO 


PAKISTAN WESTERN RAILWAY Model ML3 1650/1500 HP = PLC. OF NS.W: : 422 Class 2200/2000 HP 


B.H.P./ WHYALLA Model G12B 1425/1310 HP 


CANEFIELDS AND INDUSTRIAL Model DHI-71 220/170 HP 


A view on Deutsche Bundesbahn (German Federal Railways) in the Rhineland. , 


A DB assessment of future rail developments will appear in ‘Network’ shortly. 
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Railways of Australia ‘Network’ is 
published by the Railways of 
Australia Committee, 4th Floor, 
325 Collins Street, Melbourne, Vic. 
3000. 


Railways of Australia is an 
association of the various govern- 
ment-owned railway systems, com- 
prising the following: 

e Australian National Railways 

@ Public Transport Commission 

of New South Wales 

@ Queensland Railways 

@ Victorian Railways 

@ Western Australian Govern- 

ment Railways 


Contributions: Individuals or 
organisations are invited to submit 
editorial matter and photographs, 
suitably captioned, covering any 
phase of railway activity, for con- 
sideration for publication. Con- 
tributions should be addressed to 
The Editor, Railways of Australia 
‘Network’, 4th Floor, 325 Collins 
Street, Melbourne, Vic. 3000. 
Please enclose a stamped addressed 
envelope for return of material not 
published. 


Subscriptions: Within Australia, 
$7.50 per annum (posted). Over- 
seas, A$10 per annum (posted sur- 
face mail). Direct enquiries and 
remittances to the Circulation 
Manager. 


Editor: 
Mr G. F. James 
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Corporate Bigamy” — 
an occupational hazard 


When we review the results of 1978, 
perhaps we should consider not 
only the corporate result but also 
Our personal result. 


Whilst most of us have ambition 
to succeed in our professional roles 
we must weigh the cost of success. 
At times it may appear strange to us 


™\that a colleague may decline pro- 


motion which, of course, is accom- 
panied by added responsibility. 
Status and material gain are not 
always measurements of success. — 


Investigation by a New York in- 
dustrial psychologist revealed that 
a large percentage of executives 
suffer from “corporate bigamy”. 
This is an insidious occupational 
ailment — the double marriage of 
an executive to both his job and his 
family. The symptoms are common, 
and include long hours of working 
at home in the evenings and the 
week-end, frequent trips away from 
home, and a sorry history of missed 
anniversaries and school functions. 
Investigation revealed that the 
higher up the corporate tree an 


syexecutive goes the more acute the 


symptoms usually become and that 
the executive who fails to recognise 
and alleviate his corporate bigamy 
problem risks his mental and physi- 
cal health in addition to his family 
relationship. 


Management experts who have 
been invited to study the above- 
mentioned problem indicate that to 
Some degree the executive’s 
problem is self-inflicted in that too 
often the executive fails to delegate 
and to determine priorities. 


Many people are possessed with 
life’s fine art of being able to dis- 
tinguish between things that are im- 
portant and things that are not. In 
real life, the need to discriminate 
between the important and the 
unimportant is always before us. 
a Psychologists maintain that 
people have an innate need for com- 
pletion — specific proof that a 
course of action has reached a 
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definite conclusion, and that one of 
the most mentally and exhausting 
experiences is having to live con- 
Stantly with all sorts of loose ends. 
The exhaustion that many execu- 
tives feel at the end of the day is 
often more a product of the way 
pressures are handled than it is a 
product of the pressures themselves. 


We are also told that the applica- 
tion of Pareto’s Law, which is a 
natural law dealing with cause and 
effect, could help us in our problem 
areas. This law was formulated by 
Vilfredo. Pareto; an. Italian 
economist and sociologist, who 
identified an average 20/80 ratio in 
any cause and effect relationship — 
80% of the effects will come from 
20% of the possible causes. 


Application of Pareto’s Law 
reveals that generally 20% of the 
decisions made by an executive dur- 
ing a day could have been made by 
another member of his staff without 
any adverse effect on the organisa- 
tion; that 20% of his staff make 
80% of any errors that occur; that 
20% of his staff are responsible for 
80% of the absenteeism. 


From the 
Executive 
Director’s 
Desk 


While the exact percentages may 
change, the principle holds true. 
The key to the problem is to iden- 
tify the offending 20% and correct 
It. 


Let us look forward to 1979 with 
enthusiasm and zest, but we must 
remember that many of life’s 
problems do not matter nearly as 
much as they seem to if we cultivate 
the art of perceiving the relative im- 
portance of matters. 

We have been reminded, 
however, that “life isn’t meant to be 
easy’. 


Executive Director 


solar Energy for ANR 
Communications Equipment 


Australian National Railways has 
awarded a half million dollar con- 
tract to Lucas Industries Australia 
Ltd for the supply and installation 
of solar energy equipment for use in 
railway communications along the 
831 km Tarcoola-Alice Springs 
railway. It represents Australia’s 
largest commercial application of 
solar energy for a communication 
system. 


ANR’s General Manager, Mr V. 
H. Dyason, said the Lucas solar cell 
modules would recharge batteries 
providing power for the line com- 
munications equipment and 
added: “We believe solar power 
will eliminate costly diesel fuelling 


and maintenance procedures on the 
new line.” 


The communications system 
planned for the new Tarcoola-Alice 
Springs line is ‘an integrated 
microwave-V HF radio system with 
72-channel capacity, of which 25 
channels will be used initially. 


The system will have 26 repeater 
stations at intervals of about 35 
kilometres, with terminal stations 
located at Tarcoola and Alice 
Springs. It will be linked to the ex- 
isting ANR open-wire communica- 
tions network at Tarcoola, Port 
Augusta and Alice Springs. The 
control centre will be located at 
Port Augusta. (cont. on p. 20) 
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COMSTEEL began to use the VACUUM DEGASSING process to refine liquid steel. 


This process together with the long established practice of 
‘bottom pouring” provided a superior steel in its cleanliness, 
homogeneity and grain structure — it’s these qualities that relate directly to 
improved service wear and reliability. 


The Dortmund Horder Vacuum Degasser has now refined over 1,000,000 tonnes 
of liquid steel for Comsteel products, that is equivalent to 2.5 million 
railway wheels or 19 Sydney Harbour bridges. Comsteel are constantly 
researching and developing new methods of wrought wheel production. 

An example of this is the Vanadium enriched NUVAN wheel 
which has improved fracture toughness of up to 50%. 


Want to know more? 
Call (049) 68 0411 
Telex AA 28115 


Commonwealth Steel Company Limited, 
Mill & Engineering Products Division, 


CRP7 7838 Waratah, Newcastle. NSW. 2298. 
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Piggyback to the West 


Australian National Railways is making an all-out effort to win 
road hauliers over to rail with a new, improved piggyback service 
across the 1700 km Trans-Australian Railway. 


Present estimates indicate that up to 1000 heavy road vehicles 
operate regularly every month through Port Augusta in South 
Australia to points in Western Australia via the Eyre Highway. 


Faster schedules, attractive freight rates and special arrange- 


ments whereby transport drivers accompany their vehicles in a 
special rail coach attached to the freight train have been 


introduced. 


Pantechnicons and trailers, with 
or without prime movers, are being 
accepted for rail transport to the 
West at ANR’s Northern Region 
operations centre of Port Augusta 
each day. 


Semi-trailer traffic is being 
directed on to the fast freight trains 
which depart for Perth daily at 
9.30am and 11pm. In the past, 
piggyback traffic was held for the 
night train only. ANR Marketing 
Manager, Mr Tom Snigg, said the 
new piggyback service provided an 
improved transit time of up to 
twelve hours. “We are also continu- 
ing to offer the piggyback service on 
the daily night train for those road 
hauliers who cannot make the 
morning departure,” he added. 

Tom Snigg is enthusiastic about 
the piggyback service, and believes 
the potential for rail travel is nearly 
unlimited. 
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“The recent rise in fuel costs have 
made the road to profitability even 
more difficult for the long-distance 
road operator. We believe ANR 
can take a road truck into Western 
Australia for less cost than it would 
be for transport operators to drive 
from Port Augusta to Kalgoorlie. 
We have set out to move road 
trailers and the like by rail at a 
cheaper rate than what may be 
termed over-the-road costs, and we 
have, in fact, achieved this aim.”’ 


This is not surprising when the in- 
herent efficiency of railways in the 
area of energy utilisation is con- 
sidered. One diesel locomotive is 
capable of hauling a similar load to 
that hauled by between 30 and 60 
heavy duty road units. 

The Australian Bureau of 
Transport Economics has estimated 
that rail has a cost advantage in 


Transport drivers can accompany their 


vehicles across the Nullarbor in a 


special coach. 


freight haulage for distances greater 
than about 300km. The railways 
also have a natural advantage over 
road for the carriage of bulk traffic 
such as coal and grain over vir- 
tually any distances. 


Australia has a relatively small 
population concentrated in widely 
separated major centres. The dis- 
tances between these centres, such 
as the Eastern States and Western 
Australia, gives rail a natural ad- 
vantage over its land competitor, 
the road haulage industry. 

Mr Snigg said ANR’s piggyback 
service provided a _ co-ordinated 
transport service which combined 
railway dependability with highway 
flexibility. “The service inevitably 
benefits the road haulier, the rail- 
ways and their customers.”’ 


Australian National Railways, in 
its former guise of Commonwealth 
Railways, pioneered rail piggyback 
traffic in Australia more than twen- 
ty years ago. 

Piggyback traffic, the movement 
of one type of carrier vehicle more 
or less literally upon the back of 
another type of carrier, started in 
America in 1937 when Newhaven 
Railroads inaugurated rail move- 
ment of road trailers between New 
York and Boston. By 1952 this par- 
ticular railway was carrying 50,000 
units by the piggyback method. 
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Top left: Loading road vehicles for Piggyback rail transit is a quick and easy 
operation. 


Top right: Fuel costs, tyre wear, breakdowns and long hours of driving are things 
of the past for drivers using the ANR Piggyback Service. 


Centre: Lashing down a load during the final stage of the loading operation. 


Bottom: Portion of a loaded Piggyback train ready to move from Port Augusta 
across the 1700 km Trans-Australian Railway. 
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Today, piggyback operations are 
widely used by many railways 
throughout the world as road 
Operators grow to appreciate the 
resultant savings in tyre wear, fuel 
costs, prime mover wear and tear 
and, above all, the more rapid and 
cheaper form of transportation pro- 
vided by a co-ordinated road/rail 
Service. 


One of the unique features of the 
Trans-Australian piggyback service 
is the arrangement for drivers to ac- 
company their vehicles. 

_ A coach providing sleeping and 
cooking facilities for drivers is at- 
tached to the piggyback freight 


trains between Port Augusta and \u. 


Kalgoorlie. Instead of two days 
constant driving, the road operators 
can enjoy the sights of the Trans- 
Australian Railway in relaxed sur- 
roundings. For drivers wanting 
even a little more comfort than the 
employees’ coach, berths on the 
crack “Trans-Australian” and “In- 
dian-Pacific” passenger trains are 
also available. 


Mr Snigg said one important 
aspect of the improved piggyback 
service. was the easing of height- 
weight ratios for trailers and vans to 
be loaded onto rail flat wagons. 
“We can move almost anything with 
or without prime movers.” 


In Tom Snigg’s words ANR’s new 


piggyback service to the west is 


really on the move: “Piggyback is 
faster, the service is good, rates are 
good and there is less wear and tear 
on men and machines.” 
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PTC’s $68 


Modernisation Programme 


Workshop modernisation within the Public Transport Commis- 
sion of NSW has been given insufficient attention in the past 
and it is likely that this was because of the problems and com- 
plexity of the task of changing methods of working. However, 
because of the long-term run-down of services, steps are now 
being taken to see that maintenance is improved in the older 


workshops. 

The reasons for workshop 
modernisation are fourfold, 
namely: 


(a) The deteriorating condition of 
the PTC fleet. This problem was 
described in a paper presented to 
the Institute of Production 
Engineers, titled ‘Public Transport 
Dilemma’ (extracts from which 
were included in the July 1978 issue 
of Network). 


(b) The lack of modern facilities to 
properly maintain the equipment. 


(c) The unsatisfactory working con- 
ditions of the PTC’s workshops. 


(d) The lack of efficiency of opera- 
tion of the shops which, because 
they have not been modernised, 
have a high labour intensity. 
Consultant’s Report 
The 1974 report by consultants, 
Atkins-Meinhardt, predicted that 
approximately $75 million, at to- 
day’s prices, would have to be spent 
and the report which they prepared 


“was written after some consultation 


with officers of the Commission, but 
with no consultation at shop floor 
level. 
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Now that the Equipment Mainte- 
nance and Workshop Review Com- 
mittee has basically completed its 
first stage review of Commission 
needs, it is clear that the fleet sizes 
predicted by Atkins-Meinhardt 
were far in excess of what the 
Review Committee collectively 
agree to be a reasonable forecast up 
to 1990. It is worth stressing at this 
point that there has been a high 
degree of agreement between PTC 
officers and Union representatives 
of what is likely to be demanded in 
the future from Commission 
workshops. 


The Atkins-Meinhardt approach 
was that the expected efficiency 
gains in the workshops would be 
sufficient to warrant most, if not all, 
of the capital expenditure required 
to modernise the shops. A construc- 
tion programme started in 1975 was 
based on the Atkins-Meinhardt 
report, and Clyde was the first area 
in which building work was com- 
mitted. 

Despite a presentation to the 
Combined Unions and frequent 
consultation with them, the occupa- 


An aartist’s impression of the new 
Wagon Repair Workshop to be built at 
Bathurst. The existing Amenities 
building is in the left foreground. 


tion and fitting out of the new Clyde 
workshop was banned until a few 
months ago. These bans have been 
lifted for the present and it has been 
agreed that there should be a 
twelve-month settling down period 
during which time more of the new 
equipment will be installed, and the 
backlog of work on wagons will be 
tackled systematically. 


Review Committee 

Once the Commission had recog- 
nised the problems and short-com- 
ings of the Atkins-Meinhardt 
report, a major review was com- 
menced. The NSW Minister for 
Transport gave strong support to 
the new review, and the Workshop 
Modernisation Review Committee 
started its deliberations in August 
1977. Many points of view have 
been brought forward at its meet- 
ings, which have been attended by 
Union representatives, and these 
have been discussed, resolved, and 
settled. All matters of concern to 
both parties have been thrashed out. 
Although it has taken time, an 
agreed format for the type of con- 
sultation has now emerged and no 
issue of significance raised by Union 
representatives has been over- 
looked. 


The Workshop Modernisation 
Review Committee was set up with 
four PTC Commissioners; the 
Associate Commissioner; General 
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Australian Designed 


— 
WPI-WFI — With inshot and WF3 — With inshot reduction 
reduction ensuring for passenger WP — Simple direct release valve ensuring and retarded recharge 
or freight stock. for passenger stock. for freight stock. 
WF 2 — With all features including 
S accelerated release. Shown pipe 
2 freight stock 
WF Control Unit for empty bracket mounted for freight stoc 
load relayed freight braking. 
Australian-developed Westinghouse Type ‘’W”’ Triple Valve Type ‘’W” Triple Valves provide an excellent method of 
can be supplied to suit every specification in railway braking modernising existing stock. It will interchange with older 
systems. Successful application is already proven by the “AF” and “ITV” triple valves, being suitable for mounting 
large number now in service. on existing brackets. 


Conversion from one form to another using the same basic 
assembly is simple and inexpensive and requires no precision 
fitting practices. Stocking of spare parts by railway depart- 
ments is reduced to a time and cost saving minimum. 


Change-over plates are available to suit all applications. 
Installation on new vehicles is simplified by using the com- 
posite bracket which includes branch pipe, tee, isolating 
cock, automatic release valve and optional filter unit. 


Designed and Manufactured in Australia by: 
Railway Brake Division 
N.S.W.: George Street, Concord West, 2138. Tel. 73 3331 (9 lines) 
interstate Offices: 
VICTORIA: 1236 Sydney Road, Fawkner, 3060. Tel. 359 1879 
QUEENSLAND: Cnr. Ipswich & Boundary Roads, Rocklea, 4106. Tel 277 2166 
SOUTH AUSTRALIA: 207 Angas Street, Adelaide, 5000. Tel. 223 1177 
WESTERN AUSTRALIA: Unit 3, Lot 66, Sheffield Rd., Welshpool, 6106. Tel. 451 4287 
NEW ZEALAND: Westinghouse-McKenzie-Holland (N.Z.) Ltd., Rata St., Naenae. Tel. 67 7051 
Ww 
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Western end of the General Repair Shop, Clyde, showing the two-level 
construction, together with the wagon traverser and open crane yard. 


Manager, Workshops; Executive 
Engineer, Workshop Modernisa- 
tion; and twelve Union representa- 
tives nominated by the Labor 
Council of New South Wales, of 
whom six were from the Council 
and another six were from the shop 
floor. 


The Committee has been assisted 
by numerous persons within the 
Commission and by consultants to 
obtain facts and assist in the 
analysis of the problems involved. 
Both the Union representatives and 
the Commission officers, as mem- 
bers of the Committee, have separ- 
ate meetings to clarify the matters 
of concern to each group, but on the 
clear understanding that all 
problems which affect both parties 
are brought forward and thrashed 
out in the Review Committee meet- 
ings. It is true that each may hold 
separate views at the end of the con- 
sultation, but the important thing to 
stress is that all relevant facts are 
considered before a paper which is 
acceptable to both parties is 
- adopted. 


Objectives 
The Workshop Modernisation 
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Review Committee has operated on 
the basis of an agreed format set out 
at the beginning of its considera- 
tions. The first five topics are: 

(a) Assessment of the fleet size. 

(b) A determination of the main- 
tenance required. 


(c)A decision as to how main- 


tenance will be undertaken. 


(d) The location and size of main- 
tenance facilities. 


(e) Staffing of the various 
workshops. 


These are followed by more 
detailed aspects, such as cost, and 
timing of the construction and com- 
missioning. The Committee has set 
out to cover all important fleet 
areas of the Commission such as 
wagons, locomotives, electric 
suburban and interurban rail cars, 
bi ~es, ferries, motor vehicles and so 
O 


In the last few months, the 
Workshop Modernisation Review 
Committee has, by agreement of all 
members, been widened to encom- 
pass all important aspects of fleet 
maintenance. It is now operating on 
the basis that workshops are not 
considered in isolation, and that the 


main concern is to obtain satisfac- 
tory standards of fleet maintenance 
regardless of how this is achieved. 
The division of activity between 
workshops and other facilities, such 
as depots or garages, provided for 
this purpose is clearly a matter of 
some concern. 


With the widening of the work of 
the Review Committee, it is now 
described as the Equipment Main- 
tenance and Workshop Review 
Committee. What is expected of the 
Committee’s consideration is: 


(a) A projection of fleet size and 
composition to 1985 and 1990. 


(b) A programme of maintenance 
for all areas of the fleet which will 
ensure that equipment in service is 
kept in a safe and _ satisfactory 
operating condition at least up to 
the standards of other major rail- 
way, bus and ferry service opera- 
tions involving similar tasks in 
other parts of the world. 


(c) A plan for the redevelopment of 
existing PTC maintenance 
workshops and the establishment of 
new workshops (in conjunction with 
appropriate development of depots, 
garages, etc), to provide for the effi- 
cient maintenance of the fleet. 
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(d) Determination of locations, 
sizes, general layouts, staffing levels 
and general priority for the 
workshops for each fleet area. 


The basis of determining 
workshop facilities to be provided 
is that the Commission will in 
general undertake the maintenance 
of its fleet with its own staff and 
facilities. It will do this in all areas 
where it is economical to do so, 
having regard to capital investment 
and operating cost, and also situa- 
tions where industry is not prepared 
to provide the standard of service 
required, or where, to rely entirely 
on private industry, could result in 
a monopolistic situation and 
ultimately much higher costs to the 
Commission. However, the PTC 
will clearly continue to depend on 
outside industry for specialised 
work requiring skills which the 
Commission does not have avail- 
able to it, or where it would be 
clearly uneconomical for the Com- 
mission to install expensive equip- 
ment for only limited or occasional 
use. 


Preventative Maintenance 
To achieve the required standard of 
the fleet in service, a ‘preventative 
maintenance’ programme is needed, 
involving workshops, garages, 
depots and other facilities peculiar 
to particular parts of the fleet. The 
PTC does not propose to continue 
with a ‘fix when fail’ approach 
whenever this can be economically 
avoided. It can be predicted that 
there will be some change in 
emphasis in the maintenance 
programme with depots and garages 
undertaking more assembly ex- 
change, and with workshops con- 
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centrating more on assembly over- 
haul, major accident damage 
repair, and regularly programmed 
updating or cleaning up of equip- 
ment. 

It is to be expected that equip- 
ment will be programmed into 
workshops at regular intervals (six 
years or so) for general body clean- 
up and other work which needs to 
be undertaken on a preventative 
basis. Equipment will also be 
programmed into workshops for 
other preventative maintenance 
which requires facilities for trades 
which it will be uneconomical or 
impracticable to provide in depots 
or garages. 


It is the PTC’s objective to stan- 
dardise on equipment to a much 
greater extent than in the past and 
to concentrate on equipment which 
has relatively low maintenance re- 
quirements and which is maintain- 
able with minimum ‘out of service’ 
time and capable of ready unit 
assembly exchange. 


Equipment will be programmed 
into depots, garages and workshops 
at regular intervals and, apart from 
accident cases, before it becomes a 
major maintenance problem. Much 
of the PTC present fleet has been 
allowed to deteriorate over many 
years to an entirely unsatisfactory 
state leading, in some cases, to un- 
duly heavy and expensive work 
being undertaken in depots and 
workshops when the equipment 
ultimately fails in service. (One ex- 
ample of this is ore wagons. ) 


It is also to be recognised that as 
the PTC introduces new equipment 
into service much of it will be more 
complex than the equipment it 


Detail of the wagon traverser(note that it runs on only two rails). 


replaces. This applies particularly 


to ancillary assemblies which will \) 


require a more frequent depot or 
garage attention to keep them in 
Satisfactory service. 


- Decentralisation 

In locating workshop, depot and 
garage facilities for the fleet, clearly 
very careful consideration will be 
given to existing locations where 
the services exist. But the PTC will 
also be aiming not to unduly 
centralise its activities, but to recog- 
nise the NSW Government’s de- 
centralisation policies and to locate 
workshops and depots etc. at places 
where they best fit the fleet’s needs. 
Another criterion is that the Com- 
mission does not intend to make 
workshops larger than is necessary 
for efficient performance of their 
particular task. One example of this 
decentralisation is the decision to 
provide new workshops for wagons 
in Bathurst, Goulburn, Newcastle, 
and Clyde in Sydney. 

The capital needed to modernise 
workshops and depots etc. is very 
great indeed. While it may well be 
agreed that this should have been 
done a long time ago, when costs 
were much less, the fact is that this 
was not done, and the PTC has to be 
very thoughtful as to how much 
Capital investment is warranted in 
facilities for various parts of the 
fleet. 


For example, it now appears that 
rail wagon maintenance facilities 
alone for 13,000 wagons (compared 
with 17,500 in the Atkins- 
Meinhardt report) are likely to cost / 
about $50-$60 million, and to 
Warrant such expenditure high 
efficiency of operation of the 
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Temporary bogie repair line, Wagon Maintenance Centre, Clyde. 


workshops is essential if the PTC is 
not to further seriously prejudice 
the already very high cost of a num- 
ber of rail operations. 


Unless the overall cost of the 
capital and the operating main- 
tenance can be contained to a 
reasonable level, there is a real 
danger that the cost of providing a 

, number of rail services could reach 
the point where the community can 
no longer afford the services when 
compared with the alternatives 
available to it. 


This makes the question of the 
manning levels of the workshops 
and depots a matter of critical im- 
portance to the workshop moder- 


nisation programme, as it, of 


course, represents the major ex- 
pense in keeping the fleet going. 
The PTC aims to provide highly 
efficient workshops and depots 
capable of maintaining the fleet in a 
satisfactory condition without 
doubt, but at the lowest possible 
cost in both capital and operating 
expenditure. The staffing will be 
planned on the basis of a proper 
ge manning level for each operation, 

given that expensive facilities and 
equipment are kept in reasonably 
continuous use throughout the nor- 
mal working shift. 
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The gains in productivity which 
are essential to be able to maintain 
the fleet satisfactorily and 
economically will arise mainly 
from new facilities and new equip- 
ment arranged in a manner that will 
permit of its efficient use. The PTC 
cannot reasonably contemplate the 
situation in which vast investment is 
made in workshops, depots etc. and 
yet it does not achieve a satisfactory 
level of fleet maintenance and an 
acceptable level of productivity 
from the new shops. 


Clyde Wagon 
Maintenance Centre 

The first positive step which has 
been taken in respect of the moder- 
nised workshops is at Clyde where, 
although only a temporary arrange- 
ment (pending completion of the 
buildings and installation of all new 
equipment), a bogie overhaul line 
has been set up. This has been done 
in close consultation with the men 
in the shop; and a joint commission- 
ing council has been established to 
ensure that there is a complete 
understanding between the manage- 
ment and the shop floor, and to 
enable a number of local decisions 
to be taken in this council, rather 
than at some more remote point in 
the Commission. 


Improved productivity has been 
obtained from this operation and 
much more will be achieved as the 
process settles down with further 
improvements to facilities and 
equipment. It is hoped that this will 
prove to be a model on which other 
workshop changes can be based and 
which will enable the value of the 
massive investment in workshops 
and equipment to be justified and to 
continue. 


The Equipment Maintenance and 
Workshop Review Committee has 
so far concentrated on assessing 
fleet sizes and on developing pro- 
posals for rail wagon maintenance, 
bus maintenance, and plant and 
equipment mainten?~<ce. These. will 
continue to completion as quickly 
as possibte, as the PTC 
progressively introduces other 
items, the first of which will be the 
maintenance requirements for 
metropolitan electric rail cars. 


The overall programme is a very 
large one, and on present indica- 
tions it will take well into 1979 to 
reach finality on all aspects. 
However, the programme will be 
progressive and the Commission 
will be constructing wagon main- 


(continued on p. 24) 
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The unseen hero. 


rend 


It's seldom seen but the = : : 
bogie and its design is vitally “ S cone 
important in many ways to many : 
people. 

To the commuter it means a safe journey 

in comfort. Railway authorities look also for 
reliability, long life and low maintenance. - 


Early in 1979, the first of 150 double deck 
electric passenger cars enter service in Sydney, 
running on bogies that meet all these 
requirements. Vickers Ruwolt is manu- 
facturing its own design of cast-steel, air 
suspension, trailer and motor bogies for 

A. Goninan & Co. Ltd., main contractors to 

the N.S.W. Public Transport Commission. 

Rely on the experts. 


024 Victoria St., Richmond, Vic. 3121 
Telephone (03) 42 2711 Telex AA31301 
Sales Offices: Sydney (02) 699 9311, Ipswich 


. 
(07) 281 4099, Brisbane (07) 391 1213, Perth 


VICKERS RUWOLT (09) 279 4666. 


A division of Vickers Australia Limited Other Vickers Divisions: Vickers Hoskins, Perth 
W.A., Vickers Hadwa, Perth W.A.: and Vickers 


Cockatoo Dockyard Pty. Ltd., Sydney N.S.W. 
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New Zealand's 
- Kaimai Tunnel 


The opening of the Kaimai Tunnel 
and deviation on 12 September last 
marked a new era in New Zealand 
Railways operations. The tunnel 
provides a direct link between the 
Bay of Plenty and the Waikato, two 
of the fastest growing areas in New 
Zealand. 


The elimination of the long, tor- 
tuous haul around the northern end 
of the rugged Kaimai Ranges 
reduces the distance between the 
Bay of Plenty and the main north- 
south railway by up to 100 km, and 
also makes possible the use of more 
powerful locomotives and an in- 
crease in train hauls from 800 to 
1200 tonnes. 


The areas served by the tunnel in- 
clude some of New Zealand’s 
richest farm land, the heart of the 
nation’s forestry industry, and the 
boom city of Hamilton. 


The Waikato — Bay of Plenty 
railway network is already the 
second busiest in New Zealand, ex- 
ceeded only by the North Island’s 
main trunk line. With the reduc- 
tions in freight rates and in transit 
times, made possible by the tunnel, 
the lines are expected to become 


Controlling the tunnelling machine 
(top left). 


The face of the tunnelling machine, 
after the break through (top right). 


Rock from the Kaimai tunnel 
(centre); the steam indicates the tem- 
peratures. 


Water near the eastern entrance (bot- 
tom). 


Page 15 


High speed track evaluation under actual 
rolling stock axle loads. 


Already chosen in Australia by: 

Public Transport Commission of N.S.W. 
Mount Newman Mining 3 
Hamersley Iron. 


Coil spring suspension, hydraulic shock 
absorbers and fail-safe shoe brake system for 
comfortable and high speed travel. , 
Axle loads of up to 18 tonnes and recording 
speeds of up to 110 km/hr. available. 
Telescopic measuring axles with large 
diameter wheels allow full speed recording of 
all parameters through switches and crossings. 
Electronic strain gauge measuring system is 
completely unaffected by environmental or 
temperature conditions. The EM 80 is currently 
operating in conditions varying from hot desert 
to cold mountainous country, with temperatures 
ranging from +50°C to -23°C. 


Central console for control of recording and 
analysing functions. Measurement results for: 
alignment (I.h. andr.h. rails), longitudinal level 
(I.h. andr.h. rails), gauge, twist, superelevation, 
and recording speed are traced on one (or 
optionally two) 10 channel analogue recorders. 
Real-time exception reports for all 

parameters are tabulated by 30 

characters per second silent 

teleprinter. ASummary listing the 

total length of track exceeding the 

allowable tolerances for each 

parameter is also produced at the 

end of each kilometer. 


Freely programmable analysing 
system uses well-known D.E.C. 
PDP-8A mini computer. The 
complete analysing process Is 
software controlled and can be 
altered at any time to suit changing 
circumstances. With this system, it 
is possible for the operator to make 
small programme changes by 
keying in simple commands via the 
teletype. 

All recorded data is stored on tape 
in digital form for further analysis. 
Phase encoded 9-track 1,600 bits 
per inch format is “IBM 
compatible’, and compatible with 
most major computer playback 
facilities. 


High quality seating for operator 
and observer, fingertip driving 
controls and excellent visibility 
provide optimum comfort and 
safety for crew. 

Standard features include: 
Intercommunication system 
between front and rear operators: 
positions and central recording 
console; separate totally enclosed 
engine compartment; fully air- 
conditioned (reverse cycle) car 
interior; tinted safety glass and 
blinds for all windows, fully 
carpeted internal lining, toilet and 
kitchen facilities. 


76 Mandoon Road, Girraween Phone: 631-1811, 631-6111 
P.O. Box 84, Toongabbie Telex: AA24140 
N.S.W. 2146 Cables: Plassrail Sydney 


The floor-pouring machine — front (left) and rear (centre); preparing to secure the tracks (right). 


substantially busier as the whole 
central area of the North Island 


reaps the benefit of the vital, new 
link. 


Suggestions for a direct rail link 
across the Kaimai Range date back 
almost 70 years. The first proposals 
were shelved with the outbreak of 
World War I; later surveys were 
nullified by the depression of the 
1930s. With the rapid economic 
growth after World War II, 
widespread support developed for 
improved rail access across the 


ranges to the port of Tauranga; 
farming groups, who had always ad- 
vocated a direct rail link, were now 
supported by a fast-growing fores- 
try industry. 


A Government report cautiously 
concluded in 1958 that “expensive 
railway development works could 
only be justified by a substantial in- 
crease in the demand for railway 
services.” It agreed, however, that 
the proposal should be reviewed “‘if 
expansion of trade in the Bay of 
Plenty warranted this in the near 
future.” 


Local belief was that develop- 


Ge 


¢ 


ment already warranted such a Woe 


review. Its persistence could not be 
ignored, and in 1960 the Ministry 
of Works and the New Zealand 
Railways were asked to report on 
the costs of constructing and 
operating a tunnel. 

A Commission of Inquiry into 
improved access by land to the port 
of Tauranga and the Bay of Plenty, 
set up in August 1962, also recom- 
mended a tunnel, and a Ministry of 
Works assessment concluded that 
the project was economically 
justified. 


Track being taken into the tunnel, in 500 ft lengths. 
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Laying track, on concrete sleepers, near the western portal. 


But even as Government depart- 
ments went ahead with preliminary 
preparations, such as exploratory 
drilling and aerial and geological 
surveys, Chambers of Commerce of 
the Thames Valley, further north, 
opposed the proposal on the 
grounds of excessive cost, and the 
Auckland Harbour Board argued 
that the money could be better 
spent on improving local ports. 


When the Cabinet finally ap- 
proved the project, in September 
1963, threat of further delay arose 
when popular agitation began for a 
combined road-rail tunnel. For- 
tunately, the proposal was rejected 
quickly, in view of the vast extra ex- 
pense and the formidable engineer- 
ing problems that would have been 
involved. 


Exploratory expenditure of 
$710,000 was approved in 1965, 
and a critical path analysis pro- 
jected a tunnel finish date of Octo- 
ber 1970. Tenders were called in 
1966; they were accepted for the 
western approaches in April 1968, 
the Ministry of Works being given 
the contract. 

* * * 
Underground work began in Janu- 
ary 1969 with the driving of a small 
exploratory tunnel at the western 
portal. The face was enlarged later 
in the year, but progress was 
difficult. The initial tunnelling was 
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through alluvial material, loose 
stones and earth washed down the 
face of the ranges over the cen- 
turies; and because of the weak 
nature of the ground, the strong 
steel supporting frames slowly set- 
tled into the tunnel floor. It was not 
until February 1971 that the tunnel 
was through the alluvial and 
reached the lava rock. 


A specially imported rock-cut- 
ting machine was then brought into 
action but only to encounter unex- 
pected difficulties. The cutters 
could cope with the rock, but the 
latter broke off in very large blocks, 
which jammed and damaged both 
the cutters and the back-up equip- 
ment. Progress was far too slow, 
and the machine was transferred for 
Operations in the eastern ap- 
proaches. 


The western heading was then 
continued by the traditional 
method of drilling and blasting. 


* * * 


The geological conditions of the 
western and eastern ends of the tun- 
nel had been explored by drilling, 
but the geology of the central parts 
of the Kaimai Range had perforce 
to be inferred from the surface 


geology. 

Some 3.9 kilometres into the tun- 
nel, an old debris slope was unex- 
pectedly encountered — an ancient, 


buried land surface, complete with 
tree fragments charred by hot lava. 
Supporting sets failed repeatedly, 
and water flowed in at the rate of 
300 cu.m. per hour. 


Extensive use of concrete and 
steel was essential, and it took a full 
year to carry the tunnel through this 
incredibly difficult 50 m stretch. 
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View from the eastern portal, with two bridges completed. 


On the eastern side, the rock- 
cutting machine went into action in 
April 1972, and made good 
progress. But, with a downward 
slope of 1 in 300 towards the face, 
water seepage was always a 
problem, and continual pumping 
was essential. 


Tunnellers on both faces encoun- 
tered major problems with the high 
rock temperatures. The maximum 
expected temperature was 23°C, 
but the heat peaked at 38°C in the 
central areas, near the break- 
through. Large refrigeration units 
were installed to cool the work 
areas on both headings. 


The break-through came on 21 
June 1976, at a point 4.07 km from 
the western portal and 4.78 km 
from the eastern. The two tunnel 
faces had been kept in line by laser 
beams. 


* * * 


The 8.85 km tunnel is only part of a 
new deviation of 25 km which in- 
cludes 13 bridges and underpasses, 
and six culverts. 
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The largest bridge on the western 
side is 183 m long, over the Waikou 
River, from which the track runs on 
a 12m high embankment over the 
flood plain. The gradient up to the 
portal is then 1 in 300. 


The deviation line beyond the 
eastern portal is only 5 km long, but 
it crosses very broken ground, and 
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(continued from p. 5) 


Each site installation will com- 
prise a weather resistant building 
housing communications equip- 
ment, a 7Om tower for the 
microwave link, and aerials for the 
VHF two-way radio system. Con- 
struction of the first seven 
microwave towers has been com- 
pleted. Each repeater station will 
have its own solar power unit with 
an output of 1400 watts. Total 
power available to the system will 
be more than 34 kilowatts. 


The system will provide VHF 
radio communication with a mov- 
ing train at any point on the line. 
Train crews and track maintenance 


entailed heavy construction pro- 
jects; these included two bridges 
over the Whatakao, deep cuttings, 
and a 228m viaduct across the 
Wainui River. 


Crossing loops at either end help 
with the deployment of trains, 
which traverse the tunnel on welded 
rail laid on a concrete bed. 


gangs will have continuous radio 
communication with train control 
and with each other. 

Mr Dyason said the microwave 
communication system was new to 
ANR. The integrated microwave- 
VHF radio system would replace 
the previous railway practice of 
providing “open wire” telephone 
lines for railway working. 

Total cost of the cummunication 
system for the new railway will be 
approximately $5 million. 

Construction of the standard- 
gauge Tarcoola-Alice Springs line 
began in 1975 and is now approach- 
ing the half-way mark. The line is 
expected to be opened for traffic in 
late 1980. 
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House of Representatives 
Select Committee on Tourism 


Chairman's Statement when 
Tabling the Final Report, 26 October 1978 


1. The Committee was first ap- 
pointed in December 1976 and 
since then has become acutely 
aware of the potential and problems 
of the Australian tourist industry. 
Since it was first appointed, the 
Committee has met on 61 occa- 
sions, including 24 meetings during 
this Parliament; 36 public hearings 
have been held at which 204 wit- 
nesses, representing 94 organisa- 
tions, appeared before the Commit- 
tee. The Committee also conducted 
32 inspections, and on a further 31 
occasions held informal discussions 
with representatives of the tourist 
industry. 

2. The Committee was required 
under its terms of reference to iden- 
tify the short- and long-term issues 
facing the tourist industry, as well 
as to examine the roles and respon- 
sibilities of the various levels of 
Government and the industry in the 
promotion and development of 
tourism. The Committee was also 
required to consider the economic 
significance of tourism, the in- 
fluence of the various modes of 
transport, and the adequacy and 
availability of statistics. 


3. This report is not an enthusiastic 
and unequivocal endorsement of 
the local tourist industry. Rather, I 
would consider it a recognition of 
tourism as an industry. In this 
respect the Committee has con- 
cluded that the maintenance of 
stable economic conditions is of 
paramount importance not only to 
the tourist industry but to all indus- 
tries. 


4. The Committee has concluded 
that the tourist industry is of con- 
siderable economic significance and 
deserves greater recognition. The 
Committee was not able to make a 
definite statement on the economic 
significance and has recommended 
that this be a matter for further 
study. The advisers to the previous 
committee, Dr Pigram and Dr 
Cooper, prepared a paper for the 
Committee on the economic signifi- 
cance of tourism in Australia. The 
advisers estimated that the direct 
turnover from tourism in 1974-75 


#™%was $3,300 million while direct 


employment was 263,000. The esti- 
mates by the advisers have been 
subject to criticism but they give 
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some indication of the scale of the 
industry. The Committee considers 
that the paper prepared by the ad- 
visers is a valuable first step in the 
attempt to establish the economic 
significance of tourism in the 
Australian economy. 


5. One of the achievements of the 
Committee has been to create 
greater awareness of tourism in the 
community. The Committee has 
concluded that in the past tourism 
has not been given proper recogni- 
tion and has recommended that the 
Department of Industry and Com- 
merce be re-named “The Depart- 
ment of Industry, Commerce and 
Tourism”. While this recommenda- 
tion has a certain cosmetic appeal, 
it does at the same time give tan- 
gible recognition of the industry. 


6. The Committee considered 
whether tourism has spectat 
features in comparison with other 
industries. A special characteristic 
of tourism is that it does provide 
employment opportunities for 
unskilled and part-time workers. It 
is also an industry which can have a 
significant effect on the balance of 
payments. While tourism is unlikely 
to have a dramatic effect on com- 
munity health and welfare, it is in a 
unique position to foster and 
develop the community’s 
knowledge of Australia and the 
Australian heritage. 


7. Tourism can contribute to 
regional development and de- 
centralisation. It has been, and will 
continue to be, a major stimulus to 
sustained growth in many non- 
metropolitan areas of Australia. It 
has an advantage over many other 
industries in that, while it is labour 
intensive, it has distinct growth 
prospects. 

8. The Committee has considered 
the potential of tourism and has 
concluded that its ability to achieve 
its potential will depend on the 
development of Australia’s tourist 
attractions, on the aggressive pro- 
motion of these attractions by both 
industry and government at home 
and overseas, and on the introduc- 
tion of more innovative air fares 
and the approval of more air 
charter flights from selected over- 
seas destinations. 


9. Road transport will have a sig- 
nificant influence on development 
of tourism. The motor car will con- 
tinue to dominate domestic 
transport, accounting for over 80% 
of all trips, while aviation will pro- 
bably increase its share of the 
market. 


10. The dominance of the private 
car will require a massive up-grad- 
ing of the Australian road network. 
The Committee has recommended 
the compilation of a priority list of 
tourist roads and that additional 
funds should be made available by 
Commonwealth, State and Terri- 
tory governments to up-grade those 
roads. Roads of particular concern 
to the Committee are the Stuart 
Highway, the Bruce Highway and 
the Alpine Way. 


11. The Committee was also con- 
cerned with the need to ensure that 
the transport and tourism policy 
arms of government, co-operate in 
the development of policies for air 
transport and has recommended the 
establishment of a Standing Inter- 
departmental Committee on air 
transport. When the Department of 
Transport first appeared before the 
Committee in March 1977, it sug- 
gested that $850 would be the best 
available return air fare between 
Australia and Europe. At a later 
hearing, the Department advised it 
no longer holds this point of view. I 
consider that one of the achieve- 
ment of this Committee is that since 
the Committee commenced its in- 
quiry, there have been reviews of 
both international and domestic 
aviation policies. 

12. One of the witnesses who ap- 
peared before the Committee was 
Mr Laker (now Sir Freddie). At the 
time he appeared before the Com- 
mittee, in May 1977, he had not yet 
launched his trans-Atlantic “Sky 
Train”. The Committee was im- 
pressed by Mr Laker’s concept of 
low fares aimed at the budget-con- 
scious traveller, and can see no 
reason why the recommendation of 
the previous Committee for a trial 
series of charter flights along the 
lines proposed by Mr Laker has not 
been implemented. The previous 
Committee stated, and I quote, 
‘This Committee considers that as a 
first principle promotion of travel 
to and from Australia can only 
benefit from the availability of 
cheaper air fares and that none of 
the views put to the Committee on 
the disadvantages of charter flights 
of the type proposed by Laker, have 
been substantiated by experience.” 


vd 


Page 21 


5 baie 


13. This report was finalised prior 
to the release by the Minister for 
Transport of the International 
Aviation Policy Review. However, 
the Committee would hope that the 
follow-up to the review would be a 
matter for the proposed Standing 
Committee on Air Transport. I am 
particularly pleased to note that the 
review of International Civil Avia- 
tion Policy concluded that bodies 
concerned with both tourism and 
transport should closely monitor 
the results of any change in the in- 
ternational fare regime. 


14. The Committee has considered 
the introduction of the departure 
tax announced in the recent Budget. 
Indeed, the Committee would claim 
credit for raising such an issue. I 
suspect that it was the publicity 
given to one of the Committee’s 
hearings which may have provided 
the idea for the tax. The Committee 
would, however, suggest that the 
funds raised by such a tax should be 
used for the promotion and 
development of Australian tourism. 
If this is so, then the carriers should 
have the responsibility for the col- 
lection of the tax. 


15. The Committee is also con- 
cerned about the development of 
Australia’s national tourist attrac- 
tions, particularly those where there 
is a Commonwealth responsibility. 
Two attractions are of particular 
concern to the Committee. The first 
is Ayers Rock, where the Commit- 
tee considers that the lack of clearly 
defined administrative arrange- 
ments has hampered the develop- 
ment of this national attraction. 
The Committee is concerned at the 
delay in commencing the proposed 
tourist village and the delay in the 
preparation of the plan of manage- 
ment. The situation which has 
arisen in respect of Ayers Rock is 
not one which can be overcome by a 
massive injection of Government 
funds. Rather, there is a require- 
ment for some heads to be knocked 
together. 

16. The Committee was also con- 
cerned about the Great Barrier 
Reef. The Committee has recom- 
mended that the staff ceiling for the 
Great Barrier Reef Marine Park 
Authority be lifted to a level where 
zoning procedures can be com- 
pleted within 25 years. The Com- 
mittee was told that with the present 
staff, it may take up to 100 years. It 
also recommends that funds be 
made available to allow the 
Authority to provide interpretative 
facilities for tourists at the major 
destination areas adjacent to the 
reef. 
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17. The Committee has considered 
the role of the Australian Tourist 
Commission and envisages an ex- 
panding role for that organisation. 
The Committee suggests that there 
is a need for an increase in promo- 
tional activity by that organisation; 
however, it does not suggest a sub- 
stantial increase in staff. The Com- 
mittee has also suggested that the 
A.T.C. should involve itself in 
domestic promotion, without, of 
course, detracting from its overseas 
promotion which should remain its 
primary activity. The A.T.C. 
should undertake umbrella cam- 
paigns in consultation with the State 
and Territory governments aimed 
at persuading Australians to holi- 
day in Australia. 


18. The Committee suggests that 
the major role for the States is in 
domestic promotion and that there 
should be greater emphasis on the 
establishment of regional organisa- 
tions. The method of assisting the 
regional organisations varies from 
State to State and the Committee 
would suggest that the States discuss 
these differences in the hope that 
they can learn from each other’s 
experiences. 


9. 7 he. Comm rttee- has 
acknowledged the role of local 
government as being crucial to the 
development of Australian tourism. 
The Committee does not, however, 
consider that an accommodation 
tax is an equitable method of 
spreading the costs of tourism 
across the community. 


20. The Committee has identified 
26 issues facing the industry. Cer- 
tain issues have been resolved while 
others require action by various 
levels of Government. The Com- 
mittee has recommended the in- 
troduction of a depreciation 
allowance for income-producing 
buildings, as well as recommending 
changes to the investment 
allowance. The Committee has been 
particularly concerned with the re- 
quirement for an international tra- 
veller to re-trace his steps on tours 
within Australia, as well as with the 
possibility of Australians being able 
to combine an international holiday 
with a domestic holiday. The Com- 
mittee has recommended the desig- 
nation of Townsville as an inter- 
national airport and that there be a 
study conducted of the desirability 
of the designation of a Tasmanian 
airport as an international airport. 
The Committee also recommends 
that the Minister for Transport an- 
nounce, as soon as possible, a 


specific time-table for the up-grad- 
ing of Brisbane airport. 


21. A particular issue which has 


been raised at nearly every ncaa 


of the Committee is that of penalt 
rates. The Committee has con- 
cluded that the penalty-rate struc- 
ture prejudices employment oppor- 
tunities, as well as providing a posi- 
tive competitive disadvantage to the 
Australian tourist industry. The 
Committee recognises that wages 
and conditions are determined 
within the framework of an 
established industrial system which 
includes the Arbitration Commis- 
sion. The Committee has recom- 
mended that the Government 
establish a tripartite working group 
to inquire into and report on the 
normal hours of work, penalty rates 
and related working conditions. 
The Committee, however, was at a 
loss to understand why employers 
have not sought a re-structuring of 
the penalty-rate provisions in cur- 
rent negotiations before the Con- 
ciliation and Arbitration Commis- 
sion. ? 

22. The Committee has suggested 
that the industry needs,to carefully 
consider its own role in the 
development of tourism. It has con- 


_ cluded that the majority of opera- 


tors in the industry are not aware of 
the need for a well-financed indus- 
try organisation to promote the in- 
dustry to government, to other in- 
dustries and to the public at large. 
It has also been suggested that the 
industry needs to recognise the 
inter-dependence of its various sec- 
tors. 


23. It has not been possible in this 
tabling statement to comment on all 
of the conclusions and recommen- 
dations of the Committee; however, 
these are set out in the Report. In 
concluding, I would claim that a 
major achievement of the Commit- 
tee has been that attention has been 
focused on the tourist industry. 
However, it is up to the industry 
itself to recognise that in the main, 
its future depends upon its own 
efforts. 


24. I would like to express my 
thanks to the Chairman of the Com- 
mittee in the previous Parliament, 
Mr Duke Bonnett, whose assistance 
and guidance in the early stages 
were invaluable. I would also pay 
sincere tribute to the members of 
my Committee, in particular to the 
Deputy Chairman, the Honourable 
Member for Grayndler, Mr Frank 
Stewart, whose detailed knowledge 
of the tourist industry has been of 
great benefit to the Committee. 
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The Railways of Australia have been quick to recognise that there are 
many tourists who prefer being on eye-level terms with the scenery when 
travelling on holidays. And many of these prefer to leave their cars at 
home and let someone else do the driving! Even more appreciate the ad- 
ded bonuses of the economy of rail travel and the opportunity to ‘stretch 


their legs’ while travelling. 


A few miles from the mainland... 
but a million miles from care! A view 


The ‘mix’ of all these advantages, 
coupled with the flexibility of com- 
fortable coach/launch travel be- 
tween railhead and tourist resorts, 
with their high-class accommoda- 


Australia’s largest and most 
unusually contoured swimming pool 
— on Daydream Island. The 
centrepiece is the island bar. 
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from Daydream Island, 
towards Shute Harbour. 


tion, are reflected in the success of 
the package tours arranged by the 
Railways of Australia. 


With an extensive rail network of 
over 40,000 km and a big fleet of 


looking 


world-class air-conditioned trains, 
the Railways of Australia are 
ideally equipped to convey tourists 
in comfort to the tropics, to the out- 
back, to the cities, to the mountains, 
and to the big rivers! 


Westrail tours visit many famous 
resorts, the tall-timber territory, the 
goldfields, the spectacular 
wildflower country, and the scenic 
north. 


Victorian Railways are currently 
offering 32 unique holiday 
packages visiting most parts of 
Australia, with destinations and 
durations as varied as the low-cost 
fares. 


Australian National Railways 
play a major role in the travel busi- 
ness with thousands of tourists tra- 
velling on their ‘“Ghan’ service to 
‘The Alice’, and between Sydney 
and Perth on ‘Indian-Pacific’ which 
it part-owns with other systems. 


Perhaps Queensland Railway’s 
best-known tour is the 5-day 
Daylight Rail Car tour which oper- 
ates between Brisbane and Cairns, 
with tours and overnight motel ac- 
commodation en route. 


In addition, QR’s famous 
‘Sunlander’ and ‘Capricornia’ air- 
conditioned trains provide vital 
links between Brisbane and north- 
ern Queensland railheads for many 
package tours arranged by the 
Public Transport Commission of 
NSW and other systems. 


tire “current PTC. fours 
programme offers 32 DAYaWay 1- 
day tours visiting the many NSW 
tourist resorts, and 82 STAYaWAYS 
specially designed to suit every 
mood and budget. 


Typical -of the- STAyaW AY 
package tours arranged is the PTC’s 
DAYDREAM ISLAND holiday. This 


(continued overleaf) 
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“Brisbane Limited”’ 


low-cost tour embraces sleeping- 
berth travel on ‘Brisbane Limited’ 
between Sydney and Brisbane and 
on ‘Sunlander’ between Brisbane 
and Proserpine in both directions, 
overnight motel accommodation at 
Proserpine, return coach travel to 
Shute Harbour, and return launch 
travel to Daydream Island, just 20 
minutes off the coast across crystal- 
blue Whitsunday waters. 


All meals on the island and first- 
class accommodation with private 
facilities are included in the 
package. Every Daydream Island 
unit has its own view of coral waters 
and surrounding islands, and is the 
ideal headquarters for island cruis- 
ing, water sports, or swimming in 
AuStralia’s largest and most 
unusually contoured pool. 


These 11-day tours depart from 
Sydney every Tuesday and cost only 
$404 for adults, $335 for children. 


The Public Transport Commis- 
sion can also help tourists if they 
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provides air-conditioned travel be- 
tween Sydney and Brisbane. Beyond Brisbane, tourists 


prefer something different to the 82 
STAYaWAYS which extend from the 
historic convict settlement of Port 
Arthur to the desolate beauty of the 
Red Centre! 


Experienced travel consultants in 
its Travel and Tours Centres at 
Sydney and Newcastle can ‘tailor’ 
package tours to individual require- 
ments anywhere in Australia and 
New Zealand, embracing first-class 
accommodation and travel by 
rail/air/coach/launch. 


The undoubted success of 
package tours arranged by the Rail- 
ways of Australia reflects credit 
also on coach operators such as 
Cobb & Co, Carah, Greyhound and 
Australian Pacific, and the many 
first-class hotels/motels/tourist 
resorts used, all of whom work in 
close co-operation with the Rail- 
ways. 

Tourism is big business, and the 
Railways of Australia are playing 
their part in developing and meet- 
ing the needs of the local market. 


travel on the “‘Sunlander’’ to Proserpine, railhead for Shute 
Harbour and Daydream Island. 


(continued from p.13) 

tenance facilities and probably 
other facilities during this period, 
consistent with the conclusions of 
the Committee. 


In undertaking this review of 
fleet maintenance and workshop 
facilities the Commission will pro- 
vide reasonably generous space for 
all of the operations required for 
the fleet sizes projected. It will also 
provide for future expansion at 
each of the key facilities should the 
fleet estimates prove to be low; and 
it will review the fleet size projec- 
tion and the workshop provision at 
not more than five-year intervals to 
ensure that there is a balance be- 
tween maintenance workshops, 
depots, garages etc. and fleet re- 
quirements. 
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QR-Planning and 
“Development Section 


The Planning and Development 
Section of Queensland Railways, 
under the direction of Mr G. L. 
Boyd and attached to the office of 
the Commissioner, has been 
established two years, and in that 
time has been directly involved in 
determining priorities for develop- 
ment, in co-ordination of plan- 
ning, and in making known 
Queensland Railways’ thinking in 
discussions at national and inter- 
national level on the future direc- 
tion of railway operations. 


On. the national level, the 
Queensland Railways Planning and 
Development Section has been 
closely involved in the establish- 
ment of AARDO and its projected 
work programmes. 


The Section has also been in- 
volved with research in the fields of 
L.C.L. traffic, inter- and intra-State 
terminal requirements in Brisbane, 
and management aids such as com- 
puter programmes. 


In the coming year considerable 
attention will be directed towards 


the investigation of coal-wagon 
design and performance, rail wear 
and performance, freight account- 
ing, mechanised track maintenance 
and on developing a more efficient 
method of tracing wagon and con- 
tainer movements. 


As Mr Boyd puts it, “The Plan- 
ning and Development Section is an 
agency for the collection of infor- 
mation for analysis and evaluation. 
It then has the task of reporting, 
making recommendations, and in a 
number of cases initiating the 
necessary action on matters ex- 


amined.” 
The Planning and Development 


Section has been very much in- 
volved in the expansion of the 
central Queensland coal industry. 
Exhaustive investigation has been 


_ |Reading a f 
|BORROWED 
‘“Network’”? 


If you’re interested in the latest 
authentic news concerning the Rail- 
ways of Australia, may we suggest ¥ 
you become a subscriber? 


For only $7.50 each year we will 
post a regular copy of Network to 
your home address. Just send your 


cheque! Su 
The Circulation Manager, ~~ 


Railways of Australia, 
4th Floor, 325 Collins Street, 
Melbourne, Victoria 3000 


Please send me Network for the next 12 months 


(Enclosed $7.50 for 12 months’ subscription) 


Recent Contracts 


ANR — Supply of Baseplates and associated fittings: 
Westinghouse Brake & Signal Co (Aust) Pty Ltd 
($191,460). 

ANR — Supply of Tamping Machine: Canron 
Railgroup ($113,959). 

VR — Design of circuits and manufacture, supply, 
delivery, construction, erection and installation of 
flashing lights at 25 locations: Westinghouse Brake & 
Signal Co (Aust) Pty Ltd ($612,972). 

VR — Supply and delivery of cast steel bogie parts for 


“1600 mm gauge wheels: Bradford Kendall Foundries 


Pty Ltd ($787,330). 
VR — Supply and delivery of axles: Sumitomo Shoji 
(Aust) Pty Ltd ($325,830). 
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carried out in cost-return ratios in- 
volved in the movement of coal 
from the various mines to the ex- 
port ports, and also in the probable 
fiscal situation with regard to ex- 
pansion of existing mining opera- 
tions and projected developments 
of mines throughout the State. 

In the traffic area, attention is 
being given to the application of 
technology for ensuring maximum 
track usage, and in establishing 
guidelines for the purchase and ac- 
quisition of rolling stock. 


Computers are being used to 
analyse the necessary information 
and this in itself has resulted in per- 
sonnel from the section making in- 
spections and evaluations of the 
latest uses of computer technology 
in the overall operation of a railway 
system. 

Although still in its infancy, the 
Planning and Development Section 
has collected and collated much 
valuable information from a wide 
range of sources, and eventually 
this information will undoubtedly 
play a major role in determining 
future courses of development to be 
taken by Queensland Railways. 


include: 


VR — Supply and delivery of roller-bearing axle 
boxes: SKF Australia (Sales) Pty Ltd ($239,510). 

VR — Construction of gravity drains, rising mains, 
pump stations, modification of existing sanitary plumb- 
ing and septic tanks, erection of purification plant 
building and associated works at the Mt Buffalo 
Chalet: M. Pescatore & Co Pty Ltd ($152,618). 

VR — Conversion of six overhead travelling cranes at 
the Erecting Shop, Newport Workshops, to 50 Hertz 
power supply: Wampfler Pty Ltd ($127,350). 
WAGR — 740 wagon wheels: Commonwealth Steel 
Cofty Lid ($219,250). 

WAGR — 60 wagon bogies: Bradford Kendall Foun- 
dries Pty Ltd ($157,730). 
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Rail Freight shifts huge 
loads in a single move. You 
save money. 

Rail Freight uses up to g 
75% less fuel than other freight systems 
and reduces environmental pollution. 
You save again. 

Your goods travel speedily to 
their destinations. Jarring pot holes 
are unheard of on a railway line. 
Transit damage is minimised. 

And Rail Freight can operate 
door-to-door, reducing the need tor new 
highways to scar the face of our country. 

If your organisation is dollar 
conscious, there's a great deal available 
from your nearest rail freight expert. 
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¢ 
Call him now. He's listed below: 


Your railways freight specialists: 
N.S.W.: Public Transport Commis 
QLD.: Queensland Railways: 225 121 18 

S.A.: Australian National Railways: 267 4300 

TAS.: Australian National Railways (Tas. Region): Hobart 38 9286 
VIC.: VicRail: 62 0061 

W.A.: Westrail: 326 2811 


» Railways 
2 Of Australia 


ed more sense all thetime. _ 


on of New South Wales: 290 4026 
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Instant TV Replay to 
Accelerate Rail Freight 
Movement in Canada 


Freight cars are to appear in 
videotape instant replay when CP 
Rail starts televising freight move- 
ments toward the end of the year. 
TV technology is expected to in- 
crease the speed and efficiency of 
CP Rail freight movement across 
the whole of Canada. 


Agincourt Yard in Toronto is 
scheduled to unveil CP Rail’s first 
“Electronic Eye’’ closed-circuit 
television systems (CCTV) in 
December. Feasibility studies are 
under way for St Luc in Montreal, 
and applications to other major 
yards such as Alyth in Calgary will 
be looked at in the coming year. 


“The new system, designed, 
developed and engineered to CP 
Rail’s specifications by the Closed 
Circuit Television Corporation of 
Montreal (CCTC), a subsidiary of 
ADT Security Systems, will enable 
railwaymen to read car initials and 
numbers with better than 95% ac- 
curacy at train speeds up to 60 miles 
per hour,” said Tom Munford, CP 
Rail’s Manager of Communica- 
tions. “This is accomplished by 
making a videotape recording of the 
train in a series of individual frames 
similar to motion picture film.” 

This will eliminate the need for 
car checkers to write down or check 
off car numbers when trains arrive 
or depart. The use of a videotape 
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recorder will allow the train move- 
ment to be reviewed whenever in- 
formation is needed. 


The playback unit is modified so 
that, despite the speed of the train 
passing the camera, the playback 
can be adjusted to a comfortable 
speed (6-8 mph), or it can be stop- 
ped in order to look more closely at 
a faded or dirty number. 


The system will improve efficien- 
cy in yard operations by providing 
readily available and accurate in- 
formation about the sequence of 
cars on arriving and departing 
trains. Terminal detention costs 
will be pared, because trains will be 
able to move in and out of yards at 
speeds of up to 20 mph which is the 
maximum permissible yard speed. 


Mr Munford said company tests 
in Agincourt Yard had proved that 
the new CCTV with its individual 
picture allows car numbers to be 
read more accurately than by the 
14-year-old three-camera standard 
TV system without videotape recor- 
ders, or by a checking clerk stand- 
ing at track-side. “Of 100 cars going 
by, the yard checker missed four 
numbers, the clerk reading off our 
current TV system missed four 
numbers, while a checker using the 
new system missed just one number, 
and that number was badly worn 
away in any case.” 


CP Rail’s new closed-circuit televi- 
sion (CCTV) system overcomes the 
blurring problem (left) normally en- 
countered when the tape of a train 
passing at speed is stopped to view a 
single car. When the new system’s 
tape is stopped the same car becomes 
clearly legible (right). 


Standard CCTV systems have a 
number of limitations when record- 
ing car numbers on moving trains. 
The numbers become increasingly 
blurred as the speed of the train in- 
creases and are difficult to read ac- 
curately at speeds above 6-8 mph; 
when the playback is stopped, the 
picture is fuzzy and badly distorted. 
The new system corrects these 
limitations. 


There has been increasing rail- 
way interest in CCTV systems since 
the Association of American 
Railroads decided to abandon the 
color-coded automatic car iden- 
tification (ACI) system. This system 
required all railroads to apply col- 
or-coded labels representing the car 
number to the sides of all freight 
cars. The average accuracy of the 
system was only 80% and the cost 
of maintaining and replacing the 
labels was high. 


One advantage of CCTV over a 
second-generation ACI system is 
that each railroad can _ install 
systems suited to its individual 
needs. There is no need to wait for 
the entire industry to standardize 
on second-generation ACI systems. 


CCTV’s improved accuracy will 
also provide more accurate infor- 
mation for storage in central data 
banks. This data is needed for effi- 
cient car management and account- 
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ing, thorough costing studies, and 
rapid provision of shipment infor- 
mation to customers. 


‘Although train speeds in yards 
are limited to 15-20 mph, our ob- 
jective has been to install a system 
which will permit a yard clerk to 
record or check the initials and 
numbers of cars on a 60 mph train 
with better accuracy than a checker 
watching the same train pass at six 
mph.” 


* * * 


CCTV systems for railroad yards 
are split into four independent com- 
ponents: the trackside cameras for 
picking up the train movement; the 
transmission system between the 
Cameras and a videotape recorder; 
the recorder in the customer service 
centre; and a viewing unit to play 
back the videotapes to list or check 
the cars’ initials and numbers. 

_ The new Agincourt installation 
will have six camera-recorder com- 
binations. Two of the cameras will 
be equipped with zoom lenses and 
controls so that they can focus on 
trains passing on any one of three 
tracks. The cameras feature a 
special device engineered and 
manufactured by Closed Circuit 
Television Corporation which pro- 
duces and records a series of 
1/1000-second frames instead of a 
continuous recording. 


A backdrop is required behind 
the track so that the cameras are not 
affected by the high contrast caused 
by space between cars or the 
passage of flatcars. 

High-intensity diffused lighting is 
an integral part of the system. The 
lights are turned on when the 
Cameras are activated at night or 
whenever the light level falls below 
700 foot-candles in the day. 


The videotape recording is made 
with high-speed Panchromatic 
black and white TV cameras. The 
use of colour cameras was con- 
sidered, but it was found that it did 
not improve the percentage 
readability of the car numbers, and 
the extra cost was considered un- 
necessary. 


The cameras are mounted above 
track level on poles set in a concrete 
foundation to prevent vibration. 
They are housed in special all- 
weather containers, equipped with 
heaters, blowers and defrosters 
which use sensors to regulate the 
temperature and humidity in condi- 
tions which range from —40° to 
+50° (Celsius). 


Transmission between cameras 
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and recorders will be carried over 
approximately 39,000 ft of coaxial 
cable attached to existing poles 
along the right of way. By routing 
the coaxial cable past as many as 
three cameras and multiplexing the 
video signals, the total cost of the 
transmission system has been 
minimized. In future systems, con- 
sideration will be given to using 
high-frequency microwave or fibre 
optic cables where there could be an 
economic or operating advantage. 


The cameras on the departure 
tracks are operated manually. 
When the departure train has been 
marshalled, the yard co-ordinator 
presses the switch associated with 
the track on which the train will 
pass and uses a microphone to 
record the name and number of the 
departing train on the audio track 
of the video cassette. 


Recorder cabinets at the 
customer service centre house up to 
four recorders and their status in- 
dicators, as well as four monitors to 
show what is being recorded on the 
videotapes. The 7 ft high cabinets 
are equipped with their own forced 
ventilation and air filtering systems. 
A clean environment with proper 
temperature and humidity is impor- 
tant. 


The camera and recorder system 
is normally in the stand-by mode — 
camera off, recorder idle, monitor 
blank, outdoor lights off. Sensing 
devices on the arriving tracks 
automatically turn the cameras on 
and off. 

Should a train stop in front of a 
camera, the lack of movement in 
the picture automatically switches 
the recorder into time-lapse mode 
until the train starts up again. When 
the train has passed, track sensors 
are also used to turn off the camera, 
lights and recorder. Seconds after 
the recorder has been turned off, an 
audio and visual signal will alert 
the operator that a train has been 
recorded. The operator then 
replaces the cassette in the recorder 
and writes the train number on the 
case of the cassette removed. 


Two playback consoles are pro- 
vided. Each consists of a specially 
designed desk incorporating a video 
recorder identical to the ones used 
to record the train movements. A 
nine-inch video monitor is set at an 
angle at the back of the desk in front 
of the operator. This arrangement 
gives sufficient space on the desk 
surface to write or check car list- 
ings. The recorder’s playback con- 
trols are easily reached. 


Regardless of the speed of the 
recorded train, the operator can ad- 
just the playback speed of the moni- 


tor to a comfortable speed for list _ 


ing or checking the numbers. A 
multi-position foot control is pro- 
vided to permit the operator to ad- 
vance or stop the tape. When the 
picture is stopped, it looks like a 
photograph, with no distortion or 
fuzziness. 


When a train recording has been 
checked, the videotape is re-wound 
and stored for a pre-determined 
period or re-use. The cassettes have 
a 20-minute recording capacity ac- 
commodating two 100-car move- 
ments at six mph or up to five 
movements at 15 mph. Normally, 
the tapes are removed after each 
train has passed, but if for any 
reason a tape is not removed, the 
next train movement will not be 


missed. High-quality is essential to 
ensure maximum readability of the \) 


car numbers. 


The cassettes are provided with a 
plug to prevent accidental erasure 
of train recordings. When the plug 
is removed the recording cannot be 
erased. The plug is replaced when 
the cassette is put into the recorder 
so that anything on the tape is 
automatically erased before the 
tape reaches the recording head. 


The contractor provides person- 
nel training and operating instruc- 
tion manuals, together with full 
maintenance including parts and 
labor twenty-four hours a day, 
seven days a week. CP Rail will in- 
stall supporting structures for all 
cabling, electrical power for read- 
ing units, lighting systems, back- 


drops, recording cabinets and play- 


back desks. 

A patent application is being pre- 
pared by Closed Circuit Television 
Corporation for the entire system. 
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The Window Seat 


“The Chief Executives of the 
Australian and New Zealand rail- 
way networks met in Melbourne on 


11-13 October 1978 for the annual 
Australian and New Zealand Rail- 
ways Commissioners Conference. 


Westrail’s Comptroller of Stores, 
Mr W. Trevor Tobin, has been ap- 


From left! Mr T. M. Haywood A. G. Gibbs (VicRail-chairman); 


(New Zealand); Mr A. S. Reiher Mr R. J. Pascoe (Western pointed Secretary for Railways 
(New South Wales); MrK.A.Smith Australia); Mr P. J. Goldston following the appointment of Mr A. 
(Australian National Railways); Mr (Queensland). E. Williams as Assistant Commis- 


Plans for a national body to co- 
ordinate and develop “The Case 
for Rail” took a major step forward 
last month when a building to house 
the Australian Railway Research 
and Development Organisation 
(ARRDO) was officially opened by 
the Federal Minister for Transport, 
Mr Nixon, at a function hosted by 
the inaugural Chairman, Mr A. G. 
Gibbs. Members of the Board of 
ARRDO, which comprises the chief 
executives of the Australian rail 
systems and the Secretary of the 
Department of Transport, Mr C. C. 
Halton, were present for the open- 
ing. Among the Board’s guests were 
the Victorian Minister of 
Transport, Mr R. R. Maclellan, 
and representatives from the 
transport industry. 


—, ARRDO is an ambitious under- 


taking by Government rail systems 
in Australia and the building at 576 
Lonsdale Street, Melbourne, is evi- 
dence of their support and commit- 
ment. Network intends publishing 
more on ARRDO’s activities in the 
New Year. 


* * * 


Westrail has been closely involved 
with the minting, in Western 
Australia, of next year’s 150th An- 
niversary medallions. In mid-1978 
the Perth Mint found they had pro- 
duction problems and approached 
Westrail’s Midland Chemical 
Laboratory to check on facilities for 
hard-chrome plating of dies used in 
manufacturing the medallions. 


Westrail set up an experimental 


#electro-plating bath and a series of 


tests to gauge whether they could 
accept the responsibility. The tests 
proved that the work produced was 
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of extremely high standard, and 
delighted Mint officials asked 
Westrail to continue plating the re- 
maining dies. 

In explaining the complex mint- 
ing, Perth Mint Supervisor, Doug 
Holland, said that designs for the 
medallions were sent to Canberra 
Mint where detailed plaster casts 
were made. They were then reduced 
to the correct size in metal and a 
master die produced. 


Mr Holland said that the dies 
were then sent back to Perth where 
they were used to manufacture 
working dies, allowing the masters 
to be safely stored. “We were ex- 
tremely careful at this stage of pro- 
duction; it takes about two weeks to 
manufacture an acceptable working 
die. On completion the dies were 
sandblasted and polished and sent 
to Westrail’s workshops for hard- 
chroming.” 


Mr Holland pointed out that if 
the dies had not been hard-chromed 
they would only have been able to 
“stamp out” 50 medallions. With 
chroming, 10,000 or more can be 
produced from the one die before it 
is due for sandblasting and re- 
chroming. 


“Striking the 150th Anniversary 
medallions has been one of the 
highest quality works undertaken 
by the Perth Mint and we have ap- 
preciated the part that Westrail has 
played in assisting production,” Mr 
Holland added. 


Five hundred gold medallions, 
15,000 silver medallions and 
50,000 each in bronze, brass and 
cupro-nickel have been struck, each 
of the five categories with its own 
particular design. 


sioner. 


Mr Tobin began his railway 
career in 1944 as a junior in the City 
Station telegraph office. He subse- 
quently worked as Station Officer at 
several country centres, becoming 
Statistical Officer in the Traffic 
Branch Standard-Gauge Research 
Section in 1961. In the same year he 
was admitted as an Associate of the 
Australian Society of Accountants. 
He is also a member of the Char- 
tered Institute of Transport. 


Following experience in several 
branches as an Office Work 
Analyst, he became a senior district 
officer in Traffic Branch Eastern, 
Northern and Central Districts. In 
1969, as leader of a newly-formed 
Economic Planning Group in the 
Secretary for Railways Branch, he 
participated in the setting up of 
Westrail’s formal capital expen- 
diture evaluation procedures. 


In 1971 Mr Tobin was appointed 
Assistant to the Director General of 
Transport on a two-year second- 
ment. In this position he aided in 
the development of transport policy 
recommendations and evaluation of 
investment proposals. 


Appointed Comptroller of Stores 
in 1974, Mr Tobin has been closely 
involved with the development of a 
computerised ‘on-line’? Supply 
Management System, incorporating 
the NATO materials classification 
and cataloguing technique. 


* * * 


As part of an on-going scientific ex- 
amination and modernisation of 
Victoria’s railway bridges, a 60- 
year-old girder was recently 
stressed and tested to breaking 
point by the Monash University 
School of Civil Engineering. 
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Professor Paul Grundy (left) and VicRail’s Chief Design Engineer, Mr Jack 
Emmins, check the 12-tonne girder after its rigorous ordeal. 


\ This bridge, similar to that on the Ballarat line where the test girder came from 


is typical of many still in service after more than 50 years. 


Three massive hydraulic jacks 
and the girder itself were wired to 
various monitoring devices and 
computers, and a pressure of more 
than 250 tonnes was applied before 
the girder buckled. 


The 12-tonne, 18-metre girder 
had been removed from Ballarat’s 
old main-line Caledonian Bridge. 
The tests proved that this type of 
girder is far stronger than pre- 
viously believed. This particular 
one had withstood a simulated load 
of four passing trains. 


Despite increasing loadings, 
many of the girders of this type now 
in use may not have to be replaced. 


a~eExtended life for these girders will 


still ensure adequate safety margins 
in VicRail’s daily operations. 


* * * 
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In its October issue, Railway Gazette 
International summarizes a report 
presented by British Rail to the 
Department of Transport as re- 
cently as 26 September on revised 
proposals for a Channel tunnel. The 
report concludes that a single-track 
tunnel is technically feasible and 
would produce a return of up to 15 
per cent on a £600m investment. A 
parallel report by the French Rail- 
ways to the French Government is 
expected in a few weeks. 


Discussions between the two 
governments are then expected, 
with a view to authorising more 
detailed studies and analyses. 


The intention is that series of 
passenger and freight trains would 
pass through in each direction at in- 
tervals of about three hours. There 
would be no passing loops. The 


practical capacity is estimated to be 
120 trains a day, which would per- 
mit 8 million passengers and 8 
million tonnes of freight to be car- 
ried yearly. 

Sir Peter Parker, Chairman of 
British Rail, has ventured to suggest 
that the tunnel could be open by 
1988 if debate is not unnecessarily 
prolonged. 


British Rail’s recommendation 
has been promised “urgent and 
careful consideration”’. 


* * * 


There has been much hand-wring- 
ing over the poor condition of much 
of the railway track in the United 
States. An editorial in The 
Economist of 2 September, noted by 
Railway Gazette International, ““shed 
some light on the other side of the 
coin.” 


“It seems that interstate highways 
are suffering badly from tractor and 
trailer units which are now allowed 
to carry loads of 36 tonnes in most 
states. Federal taxes on fuel and ac- 
cessories amount to $8000 m a year, 
but the states get only a fraction of 
this to help to pay for highway 
repairs. 

“Damage from heavy axles is so 
severe that complete reconstruction 
of the paving is often needed. Dri- 
vers recently resorted to strike ac- 
tion over the condition of 1-80 in 
Pennsylvania, and now the Federal 
Highway Administration has esti- 
mated that $25,000 m must be spent 
annually for the next 12 years to 
restore and hold the position as it 
was before these heavy vehicles 
became commonplace. 


“Nothing like this amount is 
available, ‘Perhaps this is not 
altogether a tragedy, says The 
Economist, as ‘it may lead shippers 
and passengers to give more con- 
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sideration to the railways’. 


* * * 


A daily Motorail service has been 
introduced on the Overland Ex- 
press between Adelaide and 
Melbourne. Passengers are able to 
transport their cars on a special 
two-tier carrier wagon, attached to 
the Overland each night. 


Cost of the Motorail service is 
$35 single for passengers’ vehicles 
and $52.50 for unaccompanied 
vehicles. The fare on the Overland 
is $21 economy-class and $32 first- 
Class, sitting up. 

The Overland car-carrying ser- 
vice is one of the cheapest Motorail 
services offered in Australia. In in- 
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troducing it, the Overland joins a 
number of Australia’s prestige 
passenger trains, including the 
Southern Aurora between Sydney 
and Melbourne, the Trans- 
Australian Express to Perth, and 
the Gold Coast Motorail between 
Sydney and Murwillumbah. 


British Rail scientists are conduct- 
ing experiments on a 10kWh 
sodium sulphur battery at the Rail- 
way Technical Centre at Derby. 
The aim is to produce a reliable 
chargeable battery five times lighter 
than today’s lead acid battery yet 
with the same output. 


Major progress has been made 
since 1972 when the decision was 
taken to change the previously 
adopted method of cell construc- 
tion and place the sulphur electrode 
inside the sodium electrode. The 
British Rail battery has 176 cells 


_. i. 
built from components designed to 
be easily manufactured using mass 
production techniques. Sixteen 
different experiments within the 
battery are monitored by equipment 
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which records every finite detail as 
the battery is charged and then dis- 
charged at differing rates. 


The emphasis of the research nog 
is on the behaviour of the cells when 
combined to form batteries. Initial 
tests have demonstrated the safety, 
reliability, ease of assembly of the 
current cell design and have also 
shown that the cell capacity is not 
affected by charging and discharg- 
ing. Work will continue towards the 
construction and evaluation of bat- 
teries with extended power output 
which British Rail hope will be the 
forerunner of the sodium sulphur 
battery in rail traction. 


The project is part of a nationally 
co-ordinated programme of 
research sponsored by the British 
Government, which is being carried 
out by Chloride Silent Power Ltd, 
British Rail and the United 
Kingdom Atomic Energy? 
Authority. 


* * * 


Chattanooga’s former Terminal 
Station, home of the Choo Choo, 
one of the world’s best-known 
trains, is now the Chattanooga 
Hilton Inn. Passengers who once 
waited in the main lobby, beneath 
four huge chandeliers, can now 
have lunch or dinner there. 


A former false ceiling has been 
removed, opening to view both the 
Grand Dome and the decorated 
heraldic emblems on its underside. 
The former Terrace, Crystal, Foun- 
tain and Director’s Rooms _ also 
form part of the restaurant. 


Overnight visitors stay either in 
an established room or in one of a 


fleet of 24 passenger carriages, Yo 


restored in Victorian style, with 
modern conveniences and divided 
by sound-proof partitioning into 48 
suites. Each car unit is 10 ft wide by 
40 ft long. 


The railway atmosphere of a 
bygone era has been revived. 
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The ASF Ride Control Bogie 
pioneered the use of long 
travel springs with adequate 
reserve spring travel—the 
travel of the spring between 
the loaded car height and the 
solid height. 


Proper and constant contro! 

of spring action is maintained 
through a built-in design known 
as the ASF Aide Contro/ snub- 
bing system. 
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